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In this study determinants of moral obligation of car use reduction and acceptance of car use restriction were investigated. This 
was based on attitudinal image variables for cars and public transport, including symbolic/affective, instrumental, and social orderli-
ness attitudinal-aspects. Attitudinal data were collected by means of a questionnaire survey in Japan and Thailand, speciﬁcally in the 
cities of Tokyo (n = 402), Bangkok (n = 100), and Ubon Ratchathani (n = 76). Results from structural equation modeling indicated that 
image variables had no effect on the acceptance of car use restriction in Thailand; however, some image variables had certain impacts 
in Japan. The ﬁndings imply that communicative strategies to change the image of car and public transport would be effective in in-
creasing public acceptance of coercive transportation measures in Japan, but such strategies might not be promising in Thailand. In 
addition, it was found that fewer attitudinal-aspects of car use had signiﬁcant effects on a moral obligation to reduce car use and ac-
ceptance of car use restriction in Thailand than in Japan. This ﬁnding also implies that it might not be easy to reduce car use in Thai-
land by utilizing communicative measures such as mobility management that have proven to be effective in Japan.
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1. INTRODUCTION
Among several measures towards sustainable trans-
portation, car use restriction is a crucial strategy to miti-
gate environmental consequences. Based on this premise, 
it has been discussed in previous literature that mobility 
management (MM) or travel demand management (TDM) 
are important to car use reduction1-4. In Japan, it has been 
demonstrated via the implementation of travel feedback 
program (TFP), which is a MM measure, that car use re-
duction can be voluntarily induced5-7. Furthermore, atti-
tudes towards car restrictive policies such as road pricing, 
i.e, a TDM measure, can be potentially changed in a pos-
itive direction using appropriate communication that sig-
niﬁes the importance and advantage of car restriction in 
urban areas8. 
Despite being investigated quite extensively in 
Japan, such implementation is, so far not well examined 
in other Asian countries, including Thailand, where the 
level of motorization is growing at an alarming rate. In 
Bangkok alone, over 700,000 new vehicles were regis-
tered in 2005, accruing to a road network with more than 
6 million vehicles and causing the average morning peak 
speed on major arterials to fall below 20 kilometers per 
hour9. With this speed, appropriate MM measures must 
be promptly implemented to deal with not only the trafﬁc 
congestion, but also the concern of global warming. It is, 
therefore, critical to consider whether such communica-
tive measures for voluntary behavior change such as TFP 
and for public acceptance of car restrictive policy such as 
road pricing are viable in developing countries.
A previous study10 showed that attitudinal factors 
towards car and public transport can be classiﬁed into 
three categories, namely, symbolic/affective, instrumen-
tal, and social orderliness. The symbolic, affective and 
instrumental attitudinal-aspects were originally proposed 
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by Steg et al.11 and Steg12. The social orderliness attitudi-
nal-aspect, on the other hand, was derived from the as-
sessment of commuter’s attitudes towards transportation 
modes across several Asian countries, including Thai-
land, China, Vietnam, Indonesia, and the Philippines. In 
such a case, the social orderliness attitudinal-aspect re-
fers to certain trafﬁc situations in developing countries 
that seem to be “chaotic” rather than orderly as in other 
developed countries10.
In this study, we investigated the possibility of 
adapting communicative transportation measures such as 
TFP or a public campaign regarding road pricing in Thai-
land, a developing country selected for investigation, 
comparatively with Japan, taken as a developed country, 
where such measures have been implemented and found 
to be effective. For the ultimate objective, we hypothe-
sized that a relationship exists between the attitudinal 
factors toward car and public transport, i.e. symbolic/
affective, instrumental, and social orderliness attitudinal-
aspects, and psychological factors regarding car use reduc-
tion, i.e. a moral obligation to reduce car use and acceptance 
of car use restriction. If such a hypothesis is proven to be 
valid, local transportation planners should be able to sup-
ply appropriate communicative mobility management 
measures for attitude change toward automobiles in order 
to cope with the rapid rise of motorization. On the con-
trary, if results revealed that attitudinal factors do not af-
fect psychological factors regarding car use reduction, it 
could be inferred that it might not always be easy to adapt 
communicative transportation measures to developing 
countries as an effective tool to reduce car usage. 
2. METHOD
2.1  Sample
Given the aforementioned challenge, attitudinal 
data regarding car use restriction were collected by means 
of a questionnaire survey in Japan and Thailand, speciﬁ-
cally in the cities of Tokyo, Bangkok, and Ubon Ratcha-
thani. A total of 578 observations from engineering 
students were randomly collected in surveys conducted 
during October 2005 across the 3 cities, speciﬁcally at 
Tokyo Institute of Technology (Tokyo), Chulalongkorn 
University (Bangkok), and Ubon Ratchathani University 
(Ubon Ratchathani).
Table 1 presents the socioeconomic characteristics 
of the sample. Approximately 90 percent of respondents 
were male and the majority of respondents were aged be-
tween 20 and 21 years. In terms of driver's license, it was 
found that nearly three quarters of the respondents in 
Thailand possessed a driver’s license, while approxi-
mately half possessed a license in the Tokyo sample. In-
terestingly, the automobile ownership rate for respondents 
in Thailand (over 50 percent in Bangkok and 30 percent 
in Ubon Ratchathani) was substantially higher than those 
in Tokyo (about 10 percent). 
2.2  Survey questionnaire 
Two modes of transport, i.e. car and public trans-
port, were focused upon in the present study. The con-
struction of the questionnaire survey was primarily based 
on  Osgood’s semantic differential technique with a ﬁve-
point bipolar adjective scale. To measure attitude towards 
each travel mode, 32 beliefs in the form of pairs of oppo-
site adjectives were utilized, covering a broad variety of 
aspects towards each travel mode. Examples of beliefs 
utilized in the survey are “austere-luxury”, “cheap-expen-
sive”, “inconvenient-convenient”, “useless-useful”, “de-
structive-constructive” and “negative-positive”. These 
belief pairs were carefully selected such that several di-
mensions of attitudes toward travel modes could be com-
prehensively investigated. All 32 beliefs are shown for 
reference in the Appendix.
The questionnaire survey was ﬁrst drafted in Eng-
lish and later translated into Japanese and Thai. To mini-
mize any discrepancies between the country’s surveys, 
English back-translation was performed for consistency 
and compatibility. It should be noted that, due to the unin-
tentional mistranslation of the pair “unsocial-social”, a 
reduced set of 31 beliefs were included in the analysis.
In addition to the evaluation of pairs of beliefs, re-
spondents were asked about their moral obligation for car 
use reduction and acceptance of car use restriction. Spe-
ciﬁcally, “Do you think that you should refrain from us-
Table 1 Descriptive statistics of respondents in three cities
City N Gender Age Driver's License Car Ownership
  (% Men) (M/SD) (% having) (% own car)
Tokyo 402 90.5 20.4/2.1 50.0  9.8
Bangkok 100 87.0 21.1/1.7 75.0 53.5
Ubon Ratchathani  76 86.7 21.0/1.4 76.0 31.1
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ing a car?” was asked in order to capture moral obligation 
to reduce car use, whereas “Do you agree with a restric-
tion of car use in an urban area?” was asked to measure 
the level of car use acceptance. A ﬁve-point scale, rang-
ing from “Not at all” to “Yes, strongly” was consistently 
used in the questionnaire survey.
3. RESULTS
3.1  Descriptive statistics
Table 2 displays the distribution of the respondents 
on the moral obligation to reduce car use and car use ac-
ceptance based on a ﬁve-point scale measuring from -2 
to +2, along with the corresponding mean and standard 
deviation values. Based on the scale, respondents with 
higher scores would indicate their positive propensity to-
wards car reduction measures. It can be observed from 
Table 2, that in general, the Tokyo sample has a stronger 
moral obligation to reduce car use, while the sample from 
Bangkok and Ubon Ratchathani revealed a similar trend. 
Besides, in terms of the acceptance of car use restriction, 
it was found that the sample from Ubon Ratchathani 
showed the highest mean score, followed by the sample 
from Tokyo and Bangkok respectively.
An analysis of variance (ANOVA) was conducted, 
and a difference in these mean values among the three 
cities was found to be statistically signiﬁcant (F(2,572) = 
20.07, p < 0.001 for moral obligation of car use reduction 
and F(2,572) = 6.03, p = 0.003 for acceptance of car use 
restriction). 
3.2 Principal component analysis of attitudinal im-
age variables for travel modes
The attitudinal image variables for travel modes 
were systematically investigated by means of a principal 
component analysis with varimax rotation, a statistical 
method to reduce multidimensional datasets to lower di-
mensions. Tables 3 and 4 present results for cars and 
public transport respectively. The rotated factor loadings 
shown in Tables 3 and 4 signify the level of inﬂuence of 
each belief on the corresponding extracted factors. Spe-
ciﬁcally, beliefs with higher factor loadings would be 
highly inﬂuential in explaining the extracted factors. For 
ease of presentation, only beliefs with factor loadings 
higher than 0.5 are reported.
Table 3 shows the rotated factor loadings for cars. 
As can be seen in this table, three attitudinal image vari-
ables for cars were extracted, i.e. symbolic/affective, in-
strumental, and social orderliness attitudinal-aspects. 
These three variables were also extracted as attitudinal 
image variables by Van and Fujii10. The symbolic/affec-
tive attitudinal-aspect composed of feelings of how a car 
is luxurious, superior, fashionable, rich, advanced, ex-
pensive, and aristocratic, while the instrumental attitudi-
nal-aspect consisted of functional attributes of a car such 
as pleasant, useful, attractive, friendly, convenient, and 
esteemed attributes. The social orderliness attitudinal-as-
pect was attributed to social aspects of a car, including 
quiet, safe, non-aggressive, environmentally friendly, 
clean, altruistic, non-arrogant, and controllable aspects.
The corresponding rotated factor loadings for pub-
lic transport can be found in Table 4. We also found that 
three image variables, i.e. symbolic/affective, instrumen-
tal, and social orderliness attitudinal-aspects, were ex-
tracted for public transport, as were done by Van and 
Fujii10. Attitudinal aspects such as exciting, rich, pleas-
ant, attractive, superior, fashionable, clean, cool, relaxed, 
positive, and esteemed aspects were grouped together as 
symbolic/affective attitudinal-aspect, reﬂecting the feel-
ings of symbolic status and affection of travelers towards 
public transport mode. The instrumental attitudinal-as-
pect for public transport consisted of such functions as 
convenient, fast, safe, simple, and comfortable aspects. 
Lastly, the social orderliness attitudinal-aspect was found 
to cover factors regarding how travelers viewed public 
transport in terms of environmentally friendly, construc-
tive, non-aggressive, non-arrogant, and altruistic.
Overall, three attitudinal factors can explain ap-
Table 2 Descriptive statistics
Variable City
Distribution of Scores (%) Statistics
-2 -1 0 1 2 Mean SD
Moral Obligation of 
Car Use Reduction
Tokyo 8.0 15.9 29.9 33.6 12.7 0.27 1.12
Bangkok 13.4 19.6 49.5 12.4 5.2 -0.24 1.01
Ubon Ratchathani 19.7 23.7 46.1 5.3 5.3 -0.47 1.04
Acceptance of Car 
Use Restriction
Tokyo 3.5 13.2 31.1 41.8 10.4 0.43 0.96
Bangkok 7.2 5.2 52.6 17.5 17.5 0.33 1.06
Ubon Ratchathani 0.0 7.9 38.2 18.4 35.5 0.82 1.02
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proximately 43% and 40% of the total variance for car 
and public transport respectively. In addition, the reli-
ability of the models was tested, and it can be seen from 
the Cronbach’s alpha reliability coefﬁcients that the in-
ternal consistency of the scales was relatively high.
3.3  Structural equation models of moral obligation 
and acceptance
The analysis in this section is aimed to examine the 
predictive value of attitudinal factors in predicting two 
dependent variables of interest, i.e. the moral obligation 
of car use reduction and the acceptance of car use restric-
tion. Based on the principal component analysis and reli-
ability analysis, 6 new image variables were initially 
generated by averaging the belief scores falling into each 
of the derived attitudinal factors. In terms of cars, 
SA(Car), I(Car), and SO(Car) refer to variables repre-
senting the symbolic/affective, instrumental, and social 
orderliness attitudinal-aspects, respectively for respon-
dent’s beliefs of car usage. Similarly, the other 3 vari-
ables (SA(PT), I(PT), and SO(PT)) were created for 
respondent’s attitudinal-aspects of public transport. These 
six explanatory variables are expected to affect the moral 
obligation of car use reduction as well as the acceptance 
of car use restriction. Table 5 summarizes the correspond-
ing mean and standard deviation values, classiﬁed by city.
The path diagram of the proposed modeling frame-
work is illustrated in Figure 1. Structural equation model-
ing analysis was performed using LISREL 8.53 software13, 
allowing the error covariate, i.e. the covariance between 
z1 and z2 shown in Figure 1, to be correlated. Table 6 
presents the parameter estimates of the model.
As an overall ﬁnding from model estimation shown 
in Table 6, we found that more attitudinal variables had 
signiﬁcant coefﬁcients in the models for the Tokyo sam-
ple than the models for the Thai samples (Ubon Ratcha-
thani and Bangkok). Coefﬁcients of symbolic/affective 
and instrumental attitudinal-aspects of cars were signiﬁ-
cant for moral obligation, but the other coefﬁcients were 
not signiﬁcant in the models for the Bangkok samples. 
Similarly, coefﬁcients of symbolic/affective and social 
orderliness attitudinal-aspects of cars were signiﬁcant for 
Table 3 Rotated factor loadings for cars
Belief Symbolic/ Affective Instrumental
Social 
Orderliness
Luxurious .736
Superior .700
Fashionable .651
Rich .626
Advanced .614
Expensive .612
Aristocratic .559
Pleasant .744
Useful .703
Attractive .654
Friendly .642
Convenient .534
Esteemed .522
Quiet .783
Safe .748
Non-Aggressive .730
Environmental 
Friendly .687
Clean .590
Altruistic .553
Non-Arrogant .536
Controllable .511
% of Variance 13.549 13.904 15.062
Cronbach’s Alpha  .8005 .7710 .8196
Note: Only load factors greater than |0.5| are shown.
Table 4 Rotated factor loadings for public transport
Belief Symbolic/ Affective Instrumental
Social 
Orderliness
Exciting .661
Rich .643
Pleasant .630
Attractive .625
Superior .609
Fashionable .574
Clean .557
Cool .550
Relaxed .549
Positive .539
Esteemed .535
Convenient .729
Fast .687
Safe .666
Simple .618
Comfortable .583
Environmental 
Friendly .581
Constructive .578
Non-Aggressive .564
Non-Arrogant .528
Altruistic .502
% of Variance 18.152 12.569 9.599
Cronbach’s Alpha .8338 .7885 .6074
   Note: Only load factors greater than |0.5| are shown.
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moral obligation, but the other coefﬁcients were not sig-
niﬁcant in the models for the Ubon Ratchathani sample. 
On the other hand, all the coefﬁcients were signiﬁcant 
or marginally signiﬁcant in the models for the Tokyo 
samples except for those of symbolic/affective attitudi-
nal-aspects of cars on acceptance, and instrumental atti-
tudinal-aspects of public transport on acceptance and 
moral obligation.
It can be seen in Table 6 that the covariates were 
statistically signiﬁcant for the Tokyo and Bangkok sam-
ples, implying the nonidentity of unobservable determi-
nants between the moral obligation to reduce car use and 
the public acceptance of car use restriction. But the error 
covariate for the Ubon Ratchathani sample was found to 
be insigniﬁcant. This might be due to the fact that deter-
minants for acceptance of car restriction are different 
from those for moral obligation to reduce car use in Ubon 
Ratchathani.  This result further implies that a high score 
of acceptance of car restriction in Ubon Ratchathani 
shown in Table 2 might not be due to the effect of norma-
tive feelings with respect to car use restriction such as the 
ocial orderliness variable.
With respect to the models for moral obligation to 
reduce car use in the Tokyo sample, we found that all 
three coefﬁcients for attitudinal factors for cars were neg-
atively signiﬁcant (Table 6). The most signiﬁcant factor 
affecting the moral obligation to reduce car use in the 
Tokyo sample lies into the social orderliness of cars, 
which implies that those who possessed positive attitudes 
on social dimensions of cars tended not to have a high 
moral obligation to reduce car use. In terms of attitudinal 
images of public transport in the Tokyo sample, it was 
found that the instrumental attitudinal-aspect did not af-
fect respondent’s moral obligation to reduce car usage. 
Thus, it may be implied that improving instrumental fac-
tors in public transport in Tokyo would not augment re-
spondents’ moral obligation to reduce car use. Other 
factors, symbolic/affective and social orderliness attitu-
dinal-aspects, are statistically signiﬁcant in the Tokyo 
sample. In line with expectations, the corresponding sign 
was positive for public transport and negative for cars, 
indicating that respondents with positive images on pub-
lic transport would have a higher obligation to refrain 
from car use.
For the two cities in Thailand, it can be observed 
that none of the attitudinal images pertaining to public 
transport was signiﬁcant in the model of moral obligation 
to reduce car use. On the other hand, two out of three at-
titudinal determinants for cars were found to be signiﬁ-
cant for each city in the model of moral obligation. 
Speciﬁcally, the instrumental and symbolic/affective at-
titudinal-aspects of car images signiﬁcantly affected 
moral obligation of car use reduction for Bangkok’s re-
spondents, whereas the social orderliness and symbolic/
affective attitudinal-aspects of car image affected moral 
obligation for the Ubon Ratchathani’s sample. The un-
derlying differences may be rooted in the different road 
infrastructure between the two cities. Bangkok, the capi-
tal city with a vehicle ownership rate nearly as high as 
one registered vehicle per person14, can be considered a 
highly-motorized city, while Ubon Ratchathani may be 
treated somewhat below that boundary. Reasons why so-
Table 5 Means and standard deviations of attitudinal image variables
City   SA(Car) I(Car) SO(Car) SA(PT) I(PT) SO(PT)
Tokyo M .754 1.106 -.523 -.357 .432 .531 
 (SD) (.501) (.573) (.514) (.510) (.684) (.561)
Bangkok M .564 .718 .530 -.542 -.835 .221 
 (SD) (.515) (.454) (.424) (.563) (.751) (.535)
Ubon Ratchathani M .650 .678 .401 -.305 -.459 .288 
 (SD) (.638) (.497) (.504) (.492) (.798) (.527)
Total 3 Cities M .707 .983 -.219 -.382 .102 .447 
 (SD) (.527) (.575) (.678) (.521) (.877) (.567)
Fig. 1 Path diagram
Moral Obligation
of  Car Use
Reduction 
Acceptance of Car
Use Restriction 
SA(Car)
I(Car)
SO(Car)
SA(PT)
I(PT)
SO(PT)
Z1
Z2
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cial orderliness of cars was not signiﬁcant in Bangkok 
and instrumental for cars was not signiﬁcant are not yet 
clear. For understanding the underlying reasons, analysis 
using data from many cities is necessary.
With respect to the models of acceptance of car use 
reduction, Table 6 indicates that attitudinal determinants 
had no statistically signiﬁcant effect on the acceptance of 
car use restriction in the two cities in Thailand; however, 
some image variables had certain impacts in the Tokyo 
sample. In particular, the symbolic/affective and instru-
mental attitudinal-aspects of cars, whose estimated signs 
are negative, imply the propensity of rejection of car use 
restriction strategy for those who had positive attitudes 
towards car use. On the contrary, the positive coefﬁcients 
of symbolic/affective and social orderliness attitudinal-
aspects of public transport for the Tokyo sample indicates 
a positive viewpoint regarding such strategy for respon-
dents who had good attitudes towards public transport.
4. CONCLUSIONS
This study attempted to investigate the potential of 
adapting communicative transportation measures. Re-
spondents from two cities in Thailand and one in Japan 
were examined by means of a questionnaire survey and 
results were analyzed using a statistical modeling ap-
proach, applying three attitudinal determinants underly-
ing the attitudes toward cars and public transport 
- symbolic affective, instrumental and social orderliness 
attitudinal- aspects. Two dependent variables were mod-
eled in the study, i.e., the moral obligation of car use re-
duction and the acceptance of car use restriction.
It can be seen from the analysis that not all attitudi-
nal determinants would affect the moral obligation of car 
use reduction. In fact, these determinants were found to 
be varied. According to the present study, attitudinal de-
terminants found in the Thai samples appeared to have a 
smaller inﬂuence on moral obligation of car use reduc-
tion than the Tokyo sample. In addition, some determi-
nants with respect to public transport from Tokyo 
respondents, i.e., symbolic/affective and social orderli-
ness attitudinal-aspects,  also signiﬁcantly affected the 
moral obligation to reduce car use. The samples from 
Thailand, however, did not reveal such an outcome. 
Several points can be implied from these ﬁndings. 
Firstly, the fact that communicative mobility manage-
ment measures such as travel feedback programs were 
demonstrated to be effective in reducing car use and in 
promoting public transportation use in Japan5-7 may be 
due to the fact that several attitudinal or psychological 
variables regarding car use and public transport use are 
signiﬁcant determinants of the moral obligation to reduce 
car use in Japan.  Secondly, the ﬁndings imply that such 
communicative mobility management measures in Thai-
land may not be as effective as in Japan. Therefore, local 
transportation planners should realize that they could not 
directly transfer the lessons learned from developed 
countries, such as Japan, to developing ones, such as 
Thailand. Yet, we found that the symbolic/affective atti-
tudinal-aspect of cars had a signiﬁcant effect in Thailand 
as well as in Tokyo; the instrumental attitudinal-aspect of 
cars in Bangkok had a signiﬁcant effect in Bangkok as 
well as in Tokyo; and the social orderliness attitudinal-
aspect of car had signiﬁcant effect in Ubon Ratchathani 
Table 6 Model estimation results
City Dependent Variable  Car   Public Transport  Error
  SA(Car) I(Car) SO(Car) SA(PT) I(PT) SO(PT) Covariance
 Moral Obligation of Car -0.22+     -0.33**    -0.72*** 0.22+ -0.05 0.28**
Tokyo Use Reduction (
-1.89) (-3.08) (-6.79) (1.92) (-0.56) (2.91) 0.25***
 Acceptance of Car Use -0.07 -0.27** -0.26** 0.47*** -0.06 0.31*** (5.44)
 Restriction  (-0.66) (-2.89) (-2.74) (4.51) (-0.76) (3.50)
 Moral Obligation of Car -0.40*    -0.98*** 0.20 -0.05 -0.17 0.11
Bangkok Use Reduction (
-2.04) (-3.69) (0.73) (-0.19) (-0.93) (0.57) 0.29**
 Acceptance of Car Use -0.15 -0.31 -0.49 -0.01 -0.08 0.01 (2.97)
 Restriction (-0.66) (-1.00) (-1.58) (-0.02) (-0.36) (0.05)
 Moral Obligation of Car  -0.57** 0.34 -0.65* -0.32 0.19 0.26
Ubon Use Reduction (-2.75) (1.09) (-2.22) (-0.94) (0.94) (1.14) 0.05
Ratchathani Acceptance of Car Use  -0.18 -0.06 0.19 -0.17 -0.13 0.06 (0.43)
 Restriction (-0.83) (-0.18) (0.61) (-0.47) (-0.64) (0.26)
Notes: +p < 0.10, *p < 0.05, **p < 0.01, ***p < 0.001.
  Figures in the table refer to estimated coefﬁcients, while those in parentheses indicate corresponding t statistics. 
  R2 values were 0.22, 0.15, 0.24, 0.09, 0.19, and 0.04, respectively from the top of the above Table.
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as well as in Tokyo. These ﬁndings imply that transport 
planners may be able to reduce car use by means of com-
munication targeting at these image variables, even in 
Thailand. In order to test this implication, an actual ﬁeld 
experiment to implement communicative mobility man-
agement measures such as travel feedback programs in 
Thailand is required.  
The results regarding acceptance imply that com-
municative strategies to change the images of car and 
public transport would be effective in increasing public 
acceptance of coercive transportation measures in Japan, 
but such strategies would not be promising in Thailand. 
The fact that none of the attitudinal determinants were 
found to affect the acceptance of car use restriction in 
Thailand is important and a detailed investigation should 
be conducted to examine other potential aspects that 
could inﬂuence the acceptance of car use restriction. 
Lastly, the ﬁndings from the present study are ex-
pected to shed some light on travel behavior research for 
developing countries. Nevertheless, results are still far 
from deﬁnite and further investigation is urgently needed 
to keep pace with the rise of motorization. Contrary to 
what was expected, certain outcomes from the two cities 
in Thailand were found to be different. It might be hy-
pothesized that different mobility management measures 
should be implemented in different cities, even though 
they are from the same country.
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 APPENDIX
32 Beliefs used in the questionnaire survey
Poor - Rich Stressful - Relaxed
Austere - Luxurious Uncontrollable - Controllable
Inferior - Superior Unfree - Free
Uncool - Cool Modest - Arrogant
Cheap - Expensive Negative - Positive
Vulgar - Aristocratic Useless - Useful
Traditional - Advanced Inconvenient - Convenient
Dirty - Clean Complicated - Simple
Unattractive - Attractive Unfriendly - Friendly
Uncomfortable - Comfortable
Environmentally Damaging - 
Environmentally Friendly
Outdated - Fashionable Risky - Safe
Public - Personal Egotistic - Altruistic
Bored - Excited Destructive - Constructive
Unpleasant - Pleasant Aggressive - Unaggressive
Non-esteemed - Esteemed Boisterous - Quiet
Slow - Fast Unsocial - Social
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